The State of Qatar is presently facing the development of major transport infrastructure, to be finalized (A) 
INTRODUCTION
Over the past two decades Qatar witnessed a rapid urban growth, which transformed its capital city, Doha, from a small port town to a large sprawling city. This occurred as a result of the export of oil and gas, which currently account for over 50% of Qatar's Gross Domestic Product (GDP). During this time Qatar engaged a large megaprojects' campaign to attract global investments and tourists. This led the state government to initiate investments for the construction of new infrastructure and facilities, including highways, railways, ports, airports, stadiums and hotels Salama & Wiedmann, 2013; Salama et al. 2016 ).
The State of Qatar is currently facing the construction of a new metro system, which includes the creation of approximately 100 metro stations along 4 main lines: the red, gold, green and blue lines. One of its major underground Metro stations, Al Qassar, is located along the Metro Red Line on the eastern side of Qatar in-between the West Bay Central metro station and Katara Cultural Village metro station (Furlan & Faggion, 2015a; Shaaban & Radwan, 2014) .
BACKGROUND
Scholars and researchers stress that urban design principles leading to sustainable urban developments and smart growth can be defined through the exploration of strategies that have successfully implemented the built environment of existing cities. Several urban-social movements encourage the formation of sustainable, resilient and liveable communities and cities, through specific urban design principles (Alexander, 1987; Brown, Dixon, & Gillham, 2014) . The first one is to enhance liveability by getting access to daily-use facilities and services within walking distance; the second one is to create a livable community through community engagement; the third one is to expand economic opportunities; the fourth is to promote equality by providing social equity services; and the last one is to foster sustainability, namely when confronted with climate change, and to improve users' quality of life. Scholars argue that these key-factors have a cardinal impact on the design and planning of urban developments (Day, 2003) . Most of the aforementioned principles encourage connectivity, integrated modes of transportation, formation of green areas and/or open spaces enhancing social interaction, planning of compact communities, which provide all residential needs within walking distance . Scholars argue that these principles lay the foundations for the design and planning of sustainable and livable urban communities and/or TODs (Carmona, Tiesdell, Heath, & Oc, 2010) .
Wann-Ming Wey and Janice Hsu (Wey & Hsu, 2014) highlight the existence of differences and similarities between new urbanism and smart growth. New urbanism focuses majorly on architectural methods for implementing the built environment, whereas smart growth focuses on land use from a planning perspective. Along similar lines, Yonn Dierwechter (2013) argues that smart growth creates urban spaces. A positive reading of this approach lies on its comprehensiveness: both architectural and urban developments support smart growth.
A further key-factor, which contribute to achieve smart growth and create livable communities (Furlan, Muneerudeen, & Khani, 2016 ) is mixed land use, which allowing people to meet their needs without commuting or using their cars. This principle promotes the creation of pedestrian driven or healthier neighbourhoods and the fostering of urban connectivity. In these communities, it should be safe and easy to move, and the resulting strong local economies should further support the smart community movement (Furlan, Almohannad, Zaina, & Zaina, 2015; Furlan, N.Eiraibe, & AL-Malki, 2015) .
For instance, in Al Khor city (North of Qatar), planners have demolished several waterfront houses and replaced them with a new traditional souk market, located within a walking distance from the neighbourhood. These urban interventions, encouraging local businesses' development and attracting investors, finally contribute to smart growth for communities. It might be convincingly argued that outdoor common areas evince a more urban liveliness than shopping malls do. In comparison, Christopher Hawkins (Hawkins, 2013) has proposed a view of zoning supporting economic development via an increase in smart growth. The most important element of such a proposal is determining how and the extent to which urban open spaces can be designed as per users' sociocultural factors, in order to enhance liveability and/or people way of life (Furlan, Almohannad, et al., 2015; Givoni, 1989; Kaspirin, 2011) .
Further research in this area explores planning policies and regulations, encouraging the principles of smart growth through high-density developments, which allow people to access facilities, social and educational services within walking distances. Scholars argue that the following strategies allow planners to smartly control urban growth and sprawl: (1) Growth management -in the 1970s, Michael Dukakis shared concerns about mountain highways, wanting to support sprawl and natural preservation to manage growth; (2) Pedestrian pockets -this concept, proposed by designer Peter Calthorope in 1989, encourages compact growth via transit, linking mixed-use communities within walkable distances; (3) Livable streets or streets as destinations -Integrating modes of transportation within mixed-use communities and promoting community activities both encourage people to walk and increase social equity (Calthorpe, 1993; Calthorpe & Fulton, 2001; Cervero, 2000; Cervero & Kockelman, 1997) .
In summary, urban public transit systems and land use have a severe impact on the design and planning of smart cities. Urban connectivity and high density have also a crucial effect on smart growth. It has been shown that several key-aspects, such as social, economic, political, and environmental, can lead to the development of healthier and more sustainable communities. Furthermore, political aims have a major impact on smart growth, starting with regulations leading to high-density mixed-use areas, which provide multiple services in the same place and contribute to prevent the need for people to commute and traveling from place to place for meeting their needs. Therefore, it is argued that these principles can lay the foundation for the smart-growth planning of Qatari cities and municipalities.
New Urbanism
New urbanism is an urban design movement pursuing the formation of physical environments for diverse, resilient communities. Scholars have considered the patterns of modern urbanism based on historic neighbourhoods, including diversity and pedestrian walkability, to encourage social interaction. The fundamental goal of new urbanism is to create a better quality of life enabled by the implementation of urban frameworks (Saliba, 2015) . Early adaptation of the new urbanism-concept began with a small group of architects and urban planners when cars became the main mode of transportation and most cities across the world started to plan and develop their built environments around the use of cars, ignoring vital aspects such as walkability (Furlan, Eissa, Awwad, & Awwaad, 2015; Furlan, Nafi, & Alattar, 2015) . In the late 1970s, planners started to implement new regulations and guidelines focusing on traditional communities in the United States. Their implementation in the urban planning of small towns in America had a severe impact on the success of the new urbanism concept. In turn, towns attracted investors and developers, who began to design traditional urban neighbourhoods, characterized by human-scale streets and mixed-use residential areas. This approach to new urbanism encouraged a strategy for successful development (Day, 2003; Wey & Hsu, 2014) .
In 1993, new urbanism as a movement brought together planners, architects, designers, environmentalists and other specialists who argued that physical urban growth have a cardinal impact on the environment and that neighbourhoods and public spaces contribute to generate healthy communities, characterized by successful places for people. New urbanism remains the most significant and influential movement in the contemporary area of urban design and architecture. The main two key-factors the movement concentrates on are (1) human needs and (2) public health. In addition, the Charter of the New Urbanism (CNU) has implemented specific guiding principles surrounding public policy, development practices, urban design and planning, which can be applied on a range of scales (Wey & Hsu, 2014) . There are geographic boundaries for each category, including specific patterns focusing on many aspects of the development, such as economics, work opportunities, transportation, social fabric, the environment and natural resources, which are meant to provide compacted mixed-used areas (commercial, government, residential, etc.) and a variety of transit stops and open public spaces enhancing social interaction.
In the early twentieth century, the implementation of new urbanism principles under urban renewal in many neighbourhoods became successful. Kristen Day (Day, 2003) argues that the new urbanism approach is based on design strategies to control suburban sprawl and to build up and rebuild cities, towns and communities. The new urbanism movement was promoted by organizations focusing on In the past two decades Qatar has developed rapidly and the guidelines of new urbanism are followed for future developments, especially in up coming and under development megaprojects. Most of these principles concentrate on sustainability, multiple transportation systems, compacted mixed-use areas in addition to cultural preservation through the implementation of old patterns of development, using traditional styles and design (Furlan, 2016; Furlan, N.Eiraibe, et al., 2015) . Additionally, the concept of landscape urbanism supports new urbanism by concentrating on a holistic approach to design the city. In 1969, in his book Design with Nature, Ian McHarg took an approach named as 'ecological planning and design ' (cited in Conan, 2000) , which focuses on regional and city planning with consideration to climatic conditions. In 2006, James Corner (Corner, 2006) renewed McHarg's ideas in his essay "Terra Fluxus," published in The Landscape Urbanism Reader. He broadly defined landscape urbanism as the urban development that grows around natural and human implementations of landscapes, rather than around highways, and therefore depending on the natural environment to shape the urban development. While some scholars argue that landscape urbanism promotes the important principle of shaping, organizing, and designing built environments, others argue that landscape urbanism is "emo urbanism," trying to connect a modern ecological approach with urban design in relation to human emotions and needs.
In the twenty-first century, the two concepts of landscape urbanism and urban ecology have posed the following question: How can we plan and design livable cities? Landscape urbanism developed from 
Principles

Green Urbanism
The Green Urbanism movement began in the United States in the early 1980s (Lehmann, 2010) . Over the past decade, the movement has raised significant strategies to reduce cities' negative impacts on the natural environment. Green Urbanism aims at shaping more sustainable urban areas and communities by reducing (A) negative emissions and ecological footprints, which contribute to produce eco-urban developments, and (B) use of energy and water (Farr, 2008) .
Scholars argue that recently emissions of carbon dioxide have hugely impacted air pollution levels. For example, in Qatar, fossil fuel is used to generate electricity, more than 60% of which is used for air conditioning of buildings. During hot summer days, the increased demand for energy for cooling of buildings results in increased air pollution through the burning of fossil fuels (Lehmann, 2010) .
Scholars envision different ways to achieve sustainable urban development. While a few emphasize urban areas with zero emissions, others promote the enhancement of existing urban areas in order to make them more sustainable. Scholars also focus on the ways urban areas are shaped and their positions within cities with regard to, for instance, water self-sufficiency, food production, building materials and energy, all of which play a major role in reducing negative emissions (Jamei, Rajagopalan, Seyedmahmoudian, & Jamei, 2015) .
Along similar lines, compact urban areas, in which all residential needs are available within walking distance, will reduce commuting and the need for cars, as well as enhance quality of life. Building management, infrastructure and resources are three major aspects in creating eco-districts, controlling and reducing negative impacts on the environment by managing waste distribution, energy, and natural resources.
Green urbanism could be applied within new developments in Doha by implementing modes of public transportation and therefore trying to reduce negative emissions from cars. There are several undergoing large urban scale sustainable developments in Doha, such as Lusail city, where new ways of mobility are proposed in order to minimize negative impacts on the natural environment. In addition, for instance one of the objectives of Msheireb Properties is to reduce the demand for water and ensure its efficient distribution. The strategy for the implementation of these developments clearly reveals that Doha is aware of the significance of shaping sustainable communities within its built environment Wiedmann et al. 2013) . Therefore, it is argued that the principles for green urbanism can be applied within the construction of transit-oriented developments (TODs) in Doha. 
Transit Oriented Development
Peter Calthorpe defined 'Transit-Oriented Development' (TOD) in the late 1980's as "a mixed-use community that encourages people to live near transit services and to decrease their dependence on driving." TOD became a fixture of modern urban planning when in 1993 Calthorpe published his acclaimed book "The New American Metropolis" (Calthorpe, 1993).
TOD is not just a recent urban phenomenon. At the beginning of the 20 th century, in a period preceding the car ownership, scholars studied the relationship between the development of street car, commuter railway journeys and urban form (Knowles & Sweetman, 2004) . From the post WWII period until the 70s, most Western European cities experienced rapid urban development and population growth due to immigration of people from rural areas to cities. This lower density suburban expansion was faster by the rapid rise of private car ownership (Knowles & Sweetman, 2004) . Scholars argue that TODs can increase access to public transportation, work places, educational institutions and other facilities by promoting transportation options to households. Destinations, Distance, Density, Design, Diversity and Demand Management are the well-known six Ds, which are consider as the basic principles providing the maximum benefits of TOD for communities (corridors of opportunity). As a result, this creates an increased transit ridership, encourages a safe and pleasant pedestrian environment near transit stations, limits clashes between vehicles and pedestrians and finally reduces road and traffic congestion.
In addition, TODs contribute to reduce urban sprawls and parking requirements by encouraging shared parking and different system of transportation. Scholars also argue that TODs make neighborhoods more livable because a sense of activity and liveliness is encouraged (Besser & Dannenberg, 2005) .
TOD is a type of community-development, which includes a mixture of housing, office, retail and other amenities integrated into a walkable neighbourhood and located within a half-mile of public transportation. It is characterized by (A) moderate to high density development, which supports public transport (PT) services at the nodes; (B) a mix of land uses (e.g. residential, commercial, recreational, and institutional) to facilitate and attract activity participation within the places; (C) well-connected street networks so that activities can be integrated with active transport. TOD is not just related to the planning of transit stations, but it significantly refers to the development of places where inhabitants can live, shop, recreate and socialize. TOD is an urban development characterized by centralized decentralization (Cervero, 2000; Cervero & Kockelman, 1997) .
METHODOLOGY
The case study of Al-Qassar metro station was chosen cause of its cardinal role in the development of TODs in Qatar, where the concept of TODs is gaining critical relevance as an urban design strategy to integrate land use and transit systems.In December 2015, three one-to-one conversation-meetings were conducted with leading planners from (A) the Ministry of Municipality and Urban Planning (MMUP), (B) Ashghal-Public Works Authority and (C) Qatar Rail to discuss the planning policies for the development of TODs in Qatar. The master-plan inclusive of the urban planning policies/standards for the developments of urban villages in Qatar was assessed through un-structured, exploratory questions. This allowed to build a qualitative, in-depth understanding of the multi-faceted urban development strategies and challenges in Qatar and to identify the patterns that characterize the planning of TODs in Qatar.
Afterwards, visual data has been collected through site visits, maps, drawings and photographs of the area under investigation, namely the existing site and surrounding major destinations, as well as the under-implementation transport infrastructure. The authors conducted site visits to gain a better overview of the existing status of the built environment, land-use, climatic condition, community requirements and connectivity to the surrounding areas (Creswell, 1994 (Creswell, , 2003 Denzin & Lincoln, 2005; Dunn, 2005; Marshall & Rossman, 2006; Mason, 2001; Zeisel, 1984) .
FINDINGS
The findings are structured into two main sections: the (A) site analysis and (B) Al-Qassar's TOD. The first section enabled the identification of five thematic key-factors -land use (i.e residential, commercial), connectivity, mixed-use (diversity), density and landscape (public open spaces and/or parks) -which, in turn, represent the foundation principles for planning the transit village around Al Qassar Station, as graphically proposed in the second section, where the conceptual design for the TOD of Al Qassar has been developed in accordance with the revealed key-factors.
SITE ANALYSIS
Al Qassar Station (Metro Red Line) is located on the eastern side of Qatar (see figure 7) in-between the West Bay Central metro station (South) and Katara Cultural Village metro station (North). Onaiza Road bounds the site to the north, which will connect to the Sharq Crossing, whilst the West Bay Road/Lusail expressway is located to the east of the site. By 2021 it will extend from Lusail Center, located approximately 12km north of West Bay, to Al Wakra North, located to the south of Doha. As per the under construction project (as shown in figure 7) , the station, platforms and tracks are underground. Escalators, stairs and lifts will be provided to enable users to access and exit the platforms from ground level.
From the analysis of gleaned responses, perspectives and visual data, four major criteria emerged, which contributed to discuss the Strengths, Weaknesses, Opportunities Threats (SWOT) analysis. In turn, the further assessment of these criteria through the SWOT analysis will contribute to define five thematic key-factors for planning Al Qassar TOD. 
Infrastructure-Projects
There are major projects for motorways' implementation proposed in the proximity of the metro station. The Lusail Expressway is a multi-lane grade-separated strategic highway, which will connect West Bay to Lusail city (North of Doha). Restricted movements at certain junctions, including the one adjacent to the proposed metro station have been incorporated into the existing TOD's design in order to enhance the free flow of vehicles on the main carriageway. Vehicular accessibility is provided to Al Qassar metro station from Lusail Expressway (see figure 8) , which, as reported by Qatar Rail, should be completed by the end of 2016. The selected area for intervention is confined to 250m-400m radius-walking and 800m catchment areas within the station area. This distance has been chosen, being considered as a comfortable pedestrian distance from the major public transport services. Within the mentioned 800mt radius area there are several attractive destinations, including the Doha Exhibition Centre, Katara Cultural Village, residential compounds and also a few luxurious hotels, such as the St. Regis and Intercontinental Hotel. These destinations, considered as major landmarks within the area, generate trip from and to the station.
Climatic Condition
Qatar has a dry, subtropical desert climate, with low annual rainfall and intensely hot and humid summers. Normally, while from May to September the average temperature is about 42ºC, from October to April it drops to 23ºC. Commonly the wind blows from North with a breeze blowing toward the land from the sea. The sun path diagram shows an overview of the sun on the site. Figure 9 shows the sun path, which is of cardinal relevance to the outcome of the project. The shaded and street furniture should be planned in accordance to the sun orientation, in order to attract people to the station and provide accessible and shaded open spaces, green areas, facilities and services. 
Building Height and Land Use
The buildings surrounding the station, with a height varying from ground plus 2 and 3 floors (G+2 and G+3), are mainly planned for residential and commercial use. Two existing hotels with a height superior to 8 floors are visible from the figure below. 
Bus Station
Qatar Rail proposed the development of a bus station, which connects buses to the train station and to the major destinations in a distance of 800mt. This further public transportation service through the neighbourhood will provide commuters a further mode of public transportation, which will reduce the use of cars.
SWOT Analysis
The discussed analysis allowed conceptualising strengths, weaknesses, opportunity and threats (SWOT) for the site under investigation and related TOD (see figure 11) . While the closeness to several attracted areas is a strength, the lack of open spaces and green areas as well as the pedestrian and the public transportation system are a severe weakness. The opportunities of implementing are directly related to the enhancement of liveability around the selected area. Furthermore, the rail station may cause further congestions and traffic to the areas, which is already occurring namely in the rush hours. The comprehensive conceptualisation of AL-Qasar's TOD bases its foundation on the key factors listed above, which lead to the development of a compact transit village, where the needs of the residents and commuters' are addressed within a walking distance and/or with comfortable microclimate condition. In turn, this strategy will facilitate to minimize suburban sprawls and enhance quality of life of users, as envisioned by planners and scholars adhering to the smart growth, new urbanism and green urbanism movement, reviewed in the literature.
Modes of transport (Connectivity)
Pedestrian access to the urban development is encouraged and should be enhanced for a seamless and safe journey, as this is the most convenient and sustainable mode of transport. Low-rise residential buildings are located to the west of the station. Concurrently, appropriate pedestrian services enhance the walkability and pedestrian movement to and from the metro station. Shaded devices and street furniture along plazas, open spaces and green areas facilitate the performing of outdoor daily activities. The development of an efficient footbridge network will also facilitate linkages and/or connections between buildings and the surrounding public open areas.
In relation to cycling, Qatar National Bicycle Master Plan (2008) has included cycle routes to be developed within Doha. The proposed Lusail Express-way design is to develop a cycle path along this route. The cycle parking is appropriately located nearby to the station. The development of cycling pathways will offer effective transport alternatives to driving and the use of buses will contribute to enhance streets' liveability. Also, providing renting and/or sharing bikes and parking spots within the transit village will promote the use of bicycles.
Developing an efficient public transport system connecting major surrounding urban nodes and sites will contribute to reducing traffic congestion, limit cars' usage and increase pedestrian and cycling movement within the transit village. By providing a high quality and easy access to the transit stations and its surroundings through walkways and crosswalks, interconnecting with various modes of public transportation and public open spaces will allow to maximising the use of areas to socialize and/or to increase opportunities for social activities. Figure (13) shows pedestrian bridges to enhance the connectivity from the station to the surrounding areas. 
Land Use
The existing land-use is mostly set for residential and commercial use. As shown on figure 14, the neighbourhood includes mix exhibition centres and vacant areas. Residential areas, inclusive of villas and apartments, are primary located near the proposed metro station, retail and offices area. It is therefore cardinal to provide diverse housing options and suitable connection between existing residential uses and new higher density developments. The residential area is located within walking distance to public green areas and open spaces.
Major Destination
As anticipated, scholars envision mixed land use-urban developments, where users are allowed to meet their needs without extensive use of their private cars. One of the smart growth key-principles is to provide access to major facilities within walking distance. This principle promotes the creation of human-scale pedestrian neighbourhoods, within a community supported by social services and a built Figure 16 shows the location of the existing major destination in relation to the station, accessible through pedestrian and bicycle networks. 
Density (Neighborhoods)
Mixed-use developments provide the arena to users belonging to different cultural groups to socially interact within open spaces in the proximity of public transportation and/or within walking distance. New urbanism and smart growth movement encourages providing diversity within new urban developments. The formation of compact multi-use urban areas, enclosing conveniently located and easily accessible schools, shops and services will also facilitate the overall urban sustainability of the district, reduce the use of cars and promote social activities. 
Natural Environment (Landscaped public realm)
Green urbanism scholars envision the planning of sustainable developments by reducing the negative impact on the environment. In turn, they argue that this strategy will contribute to enhance users' quality of life within the urban development. By implementing green areas and trees the negative impact on the microclimate condition will be reduced. One of the major green urbanism principles stressed by scholar is based on the enhancement of the landscape, due to the major role of this factor in improving human comfort in hot arid region such as Qatar: green areas and trees provide a natural shading system, which contribute to reduce the temperature. 
Public open spaces and parks
A Comprehensive Planning-Proposal for AL-Qassar's TOD
The proposed land-use for the Al Qassar's TOD is shown on figure 20 . The development of a compact mixed-use community, within walking distance to the station, allows enhancing liveability. The provision of diverse housing options and suitable connection between existing residential areas and high density development also contributes to enhance livability. Figure 22 illustrates the building height (with no high-rise buildings). According to the smart and sustainable growth strategies, the provision of a safe and comfortable network for pedestrians encourage people to not rely on the use of cars, and affect people behaviour in accepting other modes of transportation, such as the metro and/or bus transit systems. In turn, these strategies contribute to reducing congestions and improving the liveability and/or quality of life of the users. 
DISCUSSION AND CONCLUSIONS
Scholars argue that the built environment, as well as its built forms, should provide the setting for human activity (Korllos, 1980, p. 247; Ross, 1991) . They also stress that in the contemporary development of the built environment, practitioners, urban planners and policy makers should not ignore or fail to take into appropriate consideration the individuals' daily needs. World widely cities often experienced the planning and development of settlements built through an imposed formula dictated by standardization, speculation and/or for profit purposes where multi-disciplinary researchers and practitioners did not have a deciding role in the creation of the built form.
In addition, researchers highlight that over the last several decades, the urban fabric of cities has been less often designed in a way that resembles the traditional, mixed-use, pedestrian-oriented model and, as a consequence, the development of the built environment has been moving into a direction that have a negative effect on users' social interactions and/or capital. Despite the literature about the negative impact of car-dependent designed and sprawling suburbs on users' quality of life and/or way of life, it is argued that the trend is still to plan modern car-dependent transit villages and communities planned. This notorious tendency toward building car-oriented and less walkable communities is the result of speculative policies, of public zoning's codes, clearly promoting transport by private vehicle, and by a lack of planning policies leading to smart growth-urbanism. It is a trend deemphasizing public transport, and discouraging the building of mixed-use, pedestrian-oriented neighborhoods (Elsheshtawy, 2004) .
Therefore, changing this trend will require formulation of planning policies towards the creation of new pedestrian oriented transit villages and the discouragement of sprawls of car-oriented communities. An integrated planning approach can lead to the concurrent construction of an efficient transit system (for example the rail way system) and of a livable built environment (for example a transit village): this approach can determine the extent to which users perceive these communities as vibrant and livable environments. In the urban design and planning of new districts, livability, as a factor humanizing the space and/or enhancing quality of life, is the major criteria to be addressed. An approach to implement or humanize the planning of transit villages should be based on a collaboration strategy among multidisciplinary planners and practitioners. This would see multi-disciplinary professionals and scholars being collaboratively involved in the final comprehensive urban design and planning of the built environment of cities. Urban planners, architects, transportation planners and all multi-disciplinary consultants should cooperate to deliver a comprehensive design, which ultimately enhances the livability of the neighbourhood. Policies are continuously drafted and approved by authorities to implement the development of the built environment and its livability. Strategies for intervention approved by local authorities should always aim at humanizing the built environment and/or enhancing users' quality of life.
It is hoped that the outcome revealed though this study could help in translating these research findings into practice, namely into comprehensively planning the urban fabric of new communities with the purpose to enhance users' quality of life and/or livability. In addition, since Qatar recognizes the crucial issue of smart growth-urbanism in QNV 2030, the outcome from this research study can contribute to define the comprehensive approach in planning transit villages in Qatar.
FUTURE RESEARCH OPPORTUNITIES
Integrating land use as well as making transport efficient is decisive in transforming Doha's urban structure and in creating transit villages and/or vital and livable communities. In relation to future research opportunities, an interesting issue raised during this research study is related to the way and the extent to which cultural identity and/or culture as a way of life can contribute to the implementation of the built environment of cities. Consequently further studies analysing the relationship between cultural identity and built form, namely at an urban and architectural design scale, could be engaged (1) to provide a deep understanding of how culture as a way of life can influence the urban planning of transit villages in Qatar and (2) to suggest a comprehensive framework for the future development of the city (Amit-Cohen, 2005; Furlan & Faggion, 2015b) . In turn, the dialectic relations between the city and its cultural urban identity could contribute to shape an integrated urban planning strategy for establishing Doha as the cultural, economic and service hub of Middle East, which is the ambitious and prestigious role envisioned by QNV 2030 for Qatar.
